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The Navy’s atomic bomber: Savage in 1:72

By Mike Burton
Savage! The name is no-frills, direct and to the point. North
American Aviation's first attack bomber for the U.S. Navy
was very similar

answered by Defense Secretary James Forrestal's statement
that “had we had the A-bomb in 1942 and a plane capable of
delivering it from the U.S.S. Hornet, Doolittle’s flight... might
have aborted the

in nature, de-
signed to accom-
plish a feat which
would, by itself,
save the aircraft
carrier: long-
range shipboard
nuclearbombing.
Thenavy speci-
fications issued
on Jan. 25,1946 in
the wake of the
bombing of
Hiroshima and |
Nagasaki, called
for an airplane
capable of deliv-
ering an 8,000-
pound bombload
in a horizontal at-
tach from an alti-
tude of 35,000
feet. It was also to
be capable from
launching from
and returning to
a carrier with a
range of at least
300 miles to its

Japanese war effort.”

The Secretary and
the planned CVA-58,
U.S.S. United States
would end up early
casualties of high
pressure Cold War
politics Fittingly
though, nuclear
armed AJ-1 Savages
would serve aboard
CVA-59, U.SS.
Forrestal, the first of
new class of “super
carrier” he correctly
forecast 10 years be-
fore.

In addition to pro-
viding a long-range
nuclear punch, the
Savage was the first
multi-engine aircraft
regularly operated
off anaircraft carrier.
Though not the first,
the Savage was one of
the very few compos-
ite-powered aircraft
tosee operational ser-

target.

This specifica-
tion was deliv-
ered to Douglas, Grumman and several others, but North
American was a particularly good candidate to deliver on
this request, one of its products, the B-25 Mitchell, having
been employed in a long-range carrier strike on Japan only
three years earlier.

However, it was not easy going for the Savage, or for the
Navy, in the late 1940s. The new U.S. Air Force jealously
questioned the need for aircraft like the Savage and the
Navy’s planned super carriers in the new Atomic Age. The
Air Force’s assertions that the carrier was obsolete were

An AJ-2P banks away from the camera, exposing the exhaust for its Jet engine. The Savage was
the last composite-powered aircraft (both reciprocating and jet engines) in U.S. service.

vice, powered by two
R-2800 Wasp recip-
rocating radial en-
gines and a single turbojet (General Electric 1-40/]J33), all
running on the same grade fuel!

The first AJ-1s delivered in 1949 went to our own NAS
Moffett Field for use by Composite Squadron Five, whose
original aircraft were special weapons (atomic) capable Lock-
heed P2V-3C Neptunes. These were not considered anything
but emergency, interim A-bombers by the Navy, and could
not return to the carriers from which they were launched
except by crane or by ditching along side. The growth poten-
Continued on page 10
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EDITOR’S BRIEF——

The Kickoff Classic is probably less than 100 hours away as
you read this. Anyone who wishes to help set up should get
to Napredak Hall at 8 a.m. on Sunday; we’ll keep you busy.
Look for the biggest, most enjoyable event yet!

Election time is almost upon us, and it seems like a great
time to assess the health of our club. Membership is down
eversoslightly over the past, but the club itself has never been
stronger. We survived the back-and-forth over meeting sites,
and we're now locked in at Milpitas through May. Our
contest has moved to a larger venue and could very well set
new highs in numbers of entries. And we continue to be the
envy of modelers around the nation simply because we have
such access to good hobby shops.

Now, how do we improve the club? Well, step one is for
those of you who have not paid your dues to do so. After that,
we’ll need to get creative!

One step in the right direction is being taken by John Heck.
John, who some of you know already, is launching a program
to revamp and revitalize our veteran’s hospital drive. John'’s
planis to expand the program from the Palo Alto VA Hospital
to cover all three northern California hospitals, and to run the
program year-round, so that the VA organizers are not
swamped with model kits, and neither are our volunteers.

Here’s John's basic plan: we collect kits year-round for the
vets, with volunteers storing stashes of 50 or so models. Every
few months, on a rotating basis, we’ll send the models to the
various hospitals. Some kits will be auctioned to raise money
for snap-together kits, which are used in rehabilitative ser-
vices; other kits will go to keep the patients engaged and busy.
As Bruce McBride has told us, sitting in the hospital waiting
to get well can be boring without some activity to occupy
one’s mind.

Our special relief packages, like to one we sent to our
National Guard troops deployed in Arizona, will continue to
be sent. But John’s plans to expand what has been a very
successful program are just what we need to increase our

CONTEST CALENDAR

February 17, 2002: Silicon Valley Scale Model-
ers host their ninth annual Kickoff Classic at
Napredak Hall, 770 Montague Expressway, Mil-
pitas, California. This year's theme is “The Need
for Speed.” For more information, call Chris Bu-
choltz at (408) 723-3995 or e-mail him at
bucholtzc@aol.com.

March 9, 2002: IPMS/Seattle hosts its annual
Spring Show in Bellevue, Washington. For more
information, call Terry Moore at (425) 774-6343
or e-mail him at moorethan4 @ worldnet.att.net.

October 13, 2002: IPMS/Orange County hosts
its annual OrangeCon in Buena Park, California.
For information, call Nat Richards at (949) 631-
7142 or e-mail him at richa5011@aol.com.

visibility and our mission as modelers. If you can, please help
with this effort, by donating kits, by volunteering to house
models, or by participating in any way you can.

Another way to improve the club is to bring in new mem-
bers. That starts when you invite someone to our Friday night
meetings, or to the contest. We don’t charge admission to the
meetings and we don’t harass non-members to join (well,
except for Lou Orselli, but he’s a special case). Visitors can
come and get a feel for the club before they join. This “try
before you buy” approach is part of our laid-back attitude;
SVSMisabout fun, first. Tohelp it grow, let your friends know
about it and invite them to come to our meetings.

We're also all about communication between modelers. To
facilitate that, the editor plans to publish a new version of the
club roster. The lastroster came outin April, 1996, soit’s about
time. We'll follow a similar format to 1996. Here’s what the
editor’s listing would look like:

Chris Bucholtz (IPMS Member)

Address: 957 Curtner Ave., San Jose 95125

Phone: (408) 723-3995

E-mail: bucholtzc@aol.com

Other Chapter Affiliations: Fremont Hornets.

Modeling Interests: 1:72 Aircraft, especially World War II
fighters and U.S. Navy subjects, and the occasional ship.

Modeling tip: You can remove light overspray by gently
sanding with a 3200-grit polishing cloth

Useless trivia: Served for six years as a Bosun’s Mate in the
U.S. Navy; is Aviation Editor for Internet Modeler.

To get things started, e-mail the editor your answers to the
following questions:

Name:

Are you an IPMS/USA member? (Y/N)

Address:

Phone:

E-mail:

Other Chapter Affiliations:

Modeling Interests:

Useless Trivia:

Send that data to bucholtzc@aol.com (like it says in the
editor’s listing!) and we can get the project started. If you
don’t want toanswer a question, leave it out; if you don’thave
e-mail, just write it down and give it to the editor at the
meeting. The roster goes only to club members, so your
information will only be shared among your fellow modelers.

On a final note, the editor wishes to express his thanks to
Mike Burton, Mark Schynertand Greg Plummer, whose work
gives us this issue. These articles came in when the editor was
beginning to near desperation, and the quality of their efforts
makes this a very good issue. February is a short month, and
that means we’ll have only three weeks between issues. The
time to write is now, because we really and sincerely need it.
If you complete your Kickoff Classic masterpiece, please sit
down for a few minutes and tell us about it.

Good luck in the contest! Now, the editor has to go slap the
landing gear on a 1:72 Hellcat...

—The Editor



Putting the finishing touches on a Yamaha YZR500

By Greg Plummer
Part 2 of 2

Norick Abe finished sixth overall in the 1999 Grand Prix
500cc motorcycle racing season on his Yamaha YZR500. At
the end of part one on building the Tamiya kit of his bike, the
engine, frame and rear swingarm had been finished. Where
this model would finish in a contest, I can only guess. Well,
let's continue with the
construction.

In assembling the
front forks, I encoun- L
tered the only fit prob- |
lem in building the kit. |
The fork tubes would
not slide through their
mounting holes in the
lower clamp, perhaps
because they were
painted. Theclampsare
horizontal. bar-like
items that hold the fork
tubes to the steering
pivot point at the front
of the frame. This whole
assembly is often called
the triple tree. A verti-
cal cut was made
through both of the
outer edges of the lower clamp, allowing the holes to expand
and take the tubes. This is not unrealistic as the real bike has
this feature also; bolts at the gap clamp down on the tubes.

Rather than using a handlebar, racing bikes and street sport
bikes use “clip-ons,” short extensions that clamp onto the
forks and hold the throttle, brake, and clutch controls. On the
kit, these clip-ons slide onto the fork tubes. Then these are
glued to the top clamp. Yet more screws hold the clamps and
the steering stabilizer (a thin shock absorber like device) onto
the frame. Tamiya has engineered all of this so that the forks
can turn. The front wheel with brake rotors was then slipped
in between the forks and secured with another screw. I'm
happy to report that both of my wheels can spin and the forks
steer—as if I'm going to play with this thing.

Resin bolt heads once again covered all the unrealistic
screw heads. The small front fender was then inserted into
place over the wheel. One note here: the fenders, airbox, and
various other bits on this bike are made of carbon fiber. It is
possible, though difficult, to use 1:12 carbon fiber pattern
decal to replicate this material, but many of the up-close
photos I've seen show that the full size pattern is barely
visible. Simply painting these parts in a semigloss (more on
the glossy side) black looks fine.

At this point we have two wheels—we need something to
hold the bike up. Like all racing bikes, this Yamaha has no
kickstand. They rely on separate stands to keep them upright
when there's no rider on them. Tamiya has included the rear
stand in the kit. It was assembled and painted black, and it
proved to be very useful in the rest of the assembly. The
model’s swingarm has two notches that rest on the stand's

Norick Abe leans into a corner in a race at Assen during the 1999 season. Abe finished
sixth in the Grand Prix standings that year; his bike is the subject of Tamiya's kit.

upper pegs, just like the real bike.

Now it was time for the exhausts, one of the more noticeable
features of the bike. Racing two-stroke motors have resonat-
ing chambers in the exhaust plumbing, making for some
plump-looking pipes. Sometimes mistaken formufflers, these
chambers develop horsepowerby using exhaust gas pulses to
create back pressure at the cylinder exhaust port; this com-
presses the intake mix
and in effect super-
charges the engine.
They only work in a
narrow RPM range,
but then two-stroke
4 engines produce their
peak power in a cer-
tainband also. The two
i arematched to putout
fantastic power, but
falling below the opti-
mal RPM range results
in a significant loss of
performance. Yamaha,
and its counterparts,
haveavariableexhaust
port valve to help
smooth out this power
peak, but it only does
so much. Part of the
rider’s job is knowing just when to shift the six speed trans-
mission to keep the RPMs in the range; the timing has to be
near perfect or the race is lost.

The kit has each of the four chambers molded in two parts,
making elimination of the seams tricky as there are multiple
weld lines around each chamber. I primed them with automo-
tive paint and then airbrushed them with Alclad aluminum.
As one could imagine, the chambers get very hot being filled
with exhaust gasses. This results in coloration of the metal.
The areas that get the most heat (cylinder port, any bend in the
chamber) turn indigo blue, while other features like the weld
lines develop an orange-brown tint. I replicated this by
airbrushing clear blue and clear orange /brown acrylics onto
the pipes in the appropriate areas. I only used enough tint to
get a hint of color—better too little shading than giving the
exhausts a custom candy apple paint job.

The mufflers are small canisters that attach to the end of the
resonator pipes. These are usually called “stingers.” They
were painted aluminum and covered with the carbon fiber-
pattern decals included on the kit sheet. The two lower
exhausts/resonator chambers were attached with a screw,
and the mufflers were then installed afterwards. This way, the
mufflers could be lined up with each other on their centerlines.

The two upper exhausts are mounted to the rear body /seat
unit. The seat assembly has three main parts, two sides and a
top. The instructions would have you assemble the two
halves, install that onto the frame, screw on the two upper
exhausts through the hole on top, and then install the rear
body top piece. Rather than do that, I assembled the halves
ard top together and painted them gloss black. The upper
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exhaust mounting screws go into a little plastic plug that
itself goes inside each half. I first screwed the plug onto
the upper exhausts and then glued the plug into the rear
body unit. Then the whole thing was installed onto the
frame, making sure the upper pipes went into the proper
holes in the motor. All of this was to allow the rear cowl/
seat to be finished at one time, making for a much better
appearance. By the way, this rear section was painted
withaheavy coat of piping hot Testors gloss black straight
outof the spray can. Finally, the upper mufflers (note that
they are shorter than the lower ones) were then installed
and aligned.

With the rear cowl on and the rest of the body ready to
be installed, it was time to do the decaling. The thick kit
decals bubbled, wrinkled, and silvered on surfaces so
glossy you could see reflections in them; in other words,
just what you'd expect from Tamiya. At least they were
fairly opaque. Interestingly, the decals performed a lot
better on the gloss black enamel tail section as compared
to the Tamiya sprayed body panels. It may be that Tamiya
decals don't like Tamiya spray paint. I tried Solvaset,

..

which made the decals wrinkle some but did allow then
to wrap around a few tight corners on the body.

I coated the dried decals with pools of future, which im-
proved thelooks alittle. I left some of the smaller decals off the
model - and the model is not worse off without them. Mark-
ings and parts on these bikes get changed all the time and it's
not unusual to see differences from race to race. Also, afterall
the work Idid on the frame and engine, 1 had already decided
todisplay the bike with the side and lower panels off anyway,
so the whole decal fiasco wasn't too upsetting.

Anyway, the two-piece instrument cluster with its large
tach was assembled and installed. Clutch and brake lines
were added using the kit vinyl tubing. This stuff was too thick
for the throttle cables; I used 24-gauge black craft wire for this.
Tused the same wire to plumb the electronic modules located
on the side of the frame. If one really wanted to get wild, very
fine gauge wire could be used to hook up various sensors and
other electronicitems on the chassis. Ididn't get that wild. The

The underside of the model showing the lower exhaust chambers; the
upper chambers can just barely be seen under the rear body section
in the lower right hand corner. Also note the compact engine/
transmission case.

The cowl area of Greg's completed model, showing the top
triple tree, the clip-ons, and cables.

clamp of the
already painted fuel tank was put in place; the fit once again
was excellent.

The front section of the windscreen on Abe’s bike is a deep
smoked black. Rather than use the decal for this (I learned my
lesson), Imasked of this area and gaveita coat of Tamiya spray
gloss black, which is translucent. I installed the “glass” into
the front cowl with alittle superglue. Iused justa tiny amount
and the clear part didn't fog. Waxing the part before gluing
helped prevent fogging also. The finished front cowl was then
snapped onto the frame; no glue was really needed. It sounds
easy, but it was pucker factor five here as the windscreen /
cowl is on the delicate side and it must be spread in order to
fit into place. A couple of braces for the cowl were then
installed with tweezers. Actually, a whole lot of parts on this
model had to be installed with tweezers.

Final details included picking out body and frame bolt
heads in silver and touching up the paint here and there. The
flat black seat pad was also added. There should be a plastic
radiator overflow bottle near the fill neck; I'm planning on
making one. A fuel tank vent hose (clear plastic) willbe added
too, but for now the model is done. As I mentioned before, I
won't attach the body panels. I like the skeletal looks of the
bike as it is, and the panels are held on by yet more screws.
After 16 tiny screws used in the main assembly, I've had just
about enough of them. They do make for a relatively sturdy
model though; motorcycle replicas are usually quite fragile.

AsT've hinted at throughout this article, motorcycle kits are
a challenge. This one really stretched my skills, from seam
filling and metal finishes to precision gluing and decaling
(yikes!). The results are quite satisfying, though. The combi-
nation of smooth body parts and purely mechanical running
gear makes for a model that captures one’s attention. A
motorcycle really stands out in a collection, unless you build
nothing but motorcycles of course. Give one a try, but you
may go bald from pulling your hair out.

Ijust might even build another, but first Ill have to recover
from this one...



The SR.53 Mark modeled still survives in a museum in England. Its stablemate, XD151, crashed in 1958, briging the progam to a halt.

Fast build for a fast plane: Airfix’s SR.53

By Mark Schynert
The Me 163 Komet was the first operational rocket intercep-
tor, in 1944. It may best be described as a spectacular failure.
The rocket’s prodigious appetite for fuel and oxidant made
the Komet little more than a glider after the interception. Add
that to its excessive speed (making each interception engage-
ment 5o short that it barely had a chance to fire its guns), the
absence of true landing gear and the extremely hazardous
nature of the T-Stoff and C-Stoff it carried to power the rocket,
and you had an airplane that was literally more dangerous to
its own pilots than to the opposing bombers.
Some 12 years later, the last of this breed, albeit a mixed-
power fighter, the Saunders-Roe SR.53, took wing.
Originally, the British Ministry of Supply had framed a
requirement for a pure rocket interceptor to counter the
threat of high-altitude bombers intruding at about Mach .9.
However, it became clear that such a fighter would have so
little radius of action and so little speed advantage over the
intruder that it was impractical. The fundamental problem
was that the rocket was excellent providing speed and climb
performance, but useless when radius of action, loiter time, or
even the logistics of moving the airplane from base to base
were considered. The solution proposed was the mixed power
LI, W12 TOCREL T Bterceplion, and an audliary turbo-
jet for training, ferry, loiter and return to base. The sole type
to fly in answer to this revised specification was the SR.53.
With a de Havilland Viper jet and Spectre rocket mounted in

over-under fashion, this attractive interceptor took to the air
in mid-1957, but the project was first superseded by a more
advanced design, the SR.177, then both were cancelled en-
tirely, becoming casualties of Britain’s infamous 1957 White
Paper on Defence, which predicted the demise of the manned
interceptor. This prediction turned out to be wrong, as the
subsequent long and successful career of the English Electric
Lightning was to demonstrate, but only two prototypes of the
SR.53 ever flew, XD145 and XD151. The latter crashed on take-
off in 1958, thus ending the flying career of the type.

When I first began to spend every nickel of my allowance on
models, back in the mid-'60s, I saw an Airfix kit of the SR.53 at
some point, and thought it was cool. But I had no idea what it
was; my aviation library at the time consisted of little more
than the first six volumes of William Green’s Warplanes of the
Second World War. 1 concentrated on Messerschmitts and
Spitfires, MC 202s and D.520s, and paid no attention to the
“modern” stuff.

Then, last November, I saw the SR.53 kit again. This time, it
was a re-issue of the same molding by a Polish concern,
Aerodrom. Apart from the decal sheet, which I am guessing is
new issue, the kit is the epitome of "60s Airfix. On impulse, I
bought the kit for the gr'mcely sum of $7; it was ?robab\\_/ 59¢
way back wisen.

It was just another kit to add to the 300-plus in my stash at
home, but then it occurred to me that I ought to build this one
just as if [ were a kid again—real fast. The difference: [ now



have better skills, better tools, better paint and lots of parts "

support. Not only did this stand to generate a nostalgia
bonus, but it meant I wouldn't feel compelled to supplement
my library to get the details right. A quick look found the only
two pictures and three paragraphs I expected to find in my
library; the kit looked pretty good from what I could see.
Later, I came across a third photo, and still later at the public
library, a fourth photo and an entire chapter in the book Early
Supersonic Fighters of the West, by Bill Gunston.

But for now, I'd done my five minutes of research, so it was
time to get slamming. I told myself I wasn’t going to be
stopped by anything; if I encountered a problem, I'd either
bull ahead, or switch to another task, but I would keep
working. Inmy misspent youth, it would have takenno more
than thirty minutes and a dozen gluey fingerprints to finish
this kit. I wanted to see how long it would take now while
maintaining a modicum of skill.

First off, I saw that the cockpit was bare—only a seat was
supplied, to be mounted on little brackets. I immediately
ordered a photoetched set for the aformentioned Lightning,
reasoning that these two twin-engined British fighters of
similar era might have similar cockpits.

While waiting for the photoetch to arrive, I glued the
airbrakes into their recesses on the aft fuselage halves. It took
some trimming to get them into place, and then vigorous file
work to blend their contours into the fuselage. Elapsed time:
thirty minutes. So much for building as fast as when I was a
kid! I then turned to the wings. Despite their thinness, they
were top-and-bottom halves, which I quickly trimmed and
glued together. I applied a fair amount of superglue and
microballoons to the leading and trailing edges to get rid of

gaps,‘'and sanded the wingtips flat, as I did not intend to
mount the air-to-air missiles that came with the kit. The wheel
wells looked a bit bare, so I took a some leftover photoetched
parts from a Gloster Meteor set (air brakes, boarding steps,
struts,) and added them to give the bays some texture. An-
other half hour gone.

These old kits are famous for their “hollow look” intakes
and exhausts. I thus spent close to an hour shaping an old
Revell DC-8 burner can and a ship’s wheel to give me the
rocketand jetburner can ends respectively, as well asbuilding
enough supporting structure inside the fuselage halves to
mount them and house the area in general. In the same vein,
I added plastic to blank off the jet intakes immediately above
and behind the cockpit. While this was drying, I cleaned up
the landing gear pieces. The nose wheel and leg are all one
piece, while the main gear legs are separate from the tires. The
inevitable injector pins had to be expunged, but this just took
five minutes. WhenIwas a kid, those were features, notbugs!

The photoetched set for the cockpit came the next day.
Unfortunately, the Lightning turns out to have a much bigger
front office than the SR.53, so all I could use in there were some
fittings and belts for the seat, the rudder pedals and the heads-
up display (!); a few other bits would later go on the exterior.
Irummaged around and found aseat that could be turned into
a plausible ejector seat. Getting it to work in the cockpit
required a floor and back bulkhead, as there wasn’t anything
enclosed except at the top of the fuselage. A couple of hours
of fitting, cutting and gluing later, I had the enclosure com-
plete. I also added a blank instrument panel, cut down to fit,
on which I had applied rub-on instrument transfers from a
Supermodel MC 205 kit. Just another example of those clever

The SR.53 in flight, running on its jet engine.
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